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Take a look at the National Center for Bicycling & Walking's newsletter, 
CenterLines.  You can also arrange to have it emailed directly to you.   

See http://www.bikewalk.org/newsletter.php. 

 
CenterLines is the bi-weekly electronic news bulletin of the National Center for Bicycling & Walking. CenterLines is our 
way of quickly delivering news and information you can use to create more walkable and bicycle-friendly communities. 

 

for 

 
 
Go to www.BCWalks.com!  

 
Check out this website for Bike & Pedestrian Information! 
 

 
www.coexistnys.org 

 
In particular, view the interactive educational video clips. 
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Revisiting the heyday of Broome's streetcar 
fleets 
GERALD R. SMITH, Correspondent 10:44 a.m. EST February 26, 2015 

System was removed in the first half of the 1930s 

 
 (Photo: Broome County Historical Society) 
 

It happens every time major work is done on some of our major roadways in the urban corridor: The existing 
blacktop surface is dug up for some sort of resurfacing or rebuilding, and the remains of old trolley tracks 
reappear from generations of change and the march of time. 
 
That's usually when I get a call from someone noting the presence of those old rails and bemoaning the loss of 
that transportation system of yore. In some ways, they're right. In some urban markets, there has been a 
reintroduction of streetcars to lessen the number of vehicles on the road, reduce pollution and make their 
community more attractive and interesting to both their own residents and tourists. 
 
It sounds odd that some areas are reconsidering a system that was removed in the first half of the 1930s. In 
our area, we started with horse-drawn trolleys by the 1870s. Electric power through a series of systems finally 
stabilized by the late 1880s and 1890s By then, the people of Binghamton, Lestershire (now Johnson City), 
and Endicott became connected through a series of lines eventually operated by the Triple Cities Traction 
Company. 



 
A car of the old Washington Street and State Asylum Railroad about 1888.  (Photo: Broome County Historical Society) 
 

Older residents of the community still remember with fondness the clanging of the trolley's bell by the 
conductor as the streetcar made its way from route to route and stop to stop. The cars took thousands from 
their homes to the myriad factories in our community. Passengers were warned to wait for streetcars to come 
to complete stops, but often some would jump on or off as the trolley was still in motion. 
 
Passengers would put their trolley token, which was the same size of the old dime, in the token box as 
payment for their ride. Then they let the streetcar do the driving. 

 
But by the early 1930s, 
the number of 
automobiles was quickly 
rising in the area, this 
despite the onslaught of 
the Great Depression. 
Newspaper accounts of 
the time note reports from 
local police on the 
dangers of not following 
the rules of the road and 
for exiting streetcars. 
Municipal officials were 
complaining of the need 
for maintenance of the 
concrete pedestrian 
stations for the trolleys 
and the problems with 
clearing of snow off the 
tracks during the winter 
season. 

 
Cars stream down Court Street in the 1930s.  (Photo: Broome County Historical Society)  
 



By the early 1930s, a movement to replace streetcars with buses had already begun. Major city planners came 
to the community to describe this "modern" move to using of buses throughout New York. Cities such as 
Syracuse, Buffalo, New York and Rochester were already moving in that direction. Binghamton and the rest of 
the Triple Cities were not far behind. 
 
In 1931, the City of Binghamton, and the Villages of Endicott and Johnson City governments passed 
resolutions to allow the Triple Cities Traction Company to stop operating the streetcars and replace them with 
a fleet of buses. The resolutions passed with no difficulty, and by the middle of 1931, work had already begun 
to remove some of the tracks and old passenger stands used by the riders of the cars. The company even had 
a parade of the old streetcars followed by the new buses down Court Street to show the march of progress. 
But progress takes time. While work on the conversion started in 1931, work continued through late 1933 to 
replace all of the old trolley car lines with new routes serviced by buses. While some residents complained that 
streetcars were easier, others saw the possibility that buses could expand the number of routes making 
movement of people from place to place even easier. 
 
For eight decades, buses have moved the people of the area with stability and reliability. But there is a 
romance about the trolley. Maybe it's watching too many Hollywood musicals, or seeing the pseudo-trolley 
buses used during the holiday season, but there is a part of me that would love to see the trolley make a 
return. 
 
Gerald Smith is the Broome County historian. Email him at history smiths@stny.rr.com. 
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David announces personnel changes 

MEGAN BROCKETT  

 
Binghamton Mayor Richard David on Thursday announced a number of personnel changes at City Hall, including the 

departure of Public Works Commissioner and acting City Engineer Gary Holmes.  

 

Holmes, of Binghamton, will step down in April “to attend to pressing family matters,” according to a release from David’s 

office. Terry Kellogg, now the facilities manager at the Broome County Willow Point Nursing Home, will become the 

new commissioner of public works.  

 

Kellogg, of the Town of Chenango, has more than 30 years of project management experience in the public and private 

sectors, the release said. He is expected to start the new role in March, with a salary of $74,263. Assistant City Engineer 

Richard K. Perkins, of Owego, will be promoted to acting city engineer when Holmes leaves in mid-April. That position 

pays $88,831 annually. David also announced Juliet Berling, currently the director of environmental sustainability at Our 

Lady of Lourdes Memorial Hospital, will replace Jennie Skeadas-Sherry as director of planning, housing and community 

development.  

 

Skeadas-Sherry is “leaving the City of Binghamton by the end of February to pursue other interests and opportunities,” the 

release said.  

 

Berling, of Binghamton, is expected to make $56,358 a year. In addition to her job at Lourdes, Berling also works as an 

adjunct in Binghamton University’s bioengineering, geography, environmental studies and public affairs departments, 

according to the mayor’s office. 

 
 

  
 Bus 
 Rail 

http://www.metro-magazine.com/bus
http://www.metro-magazine.com/rail


 

 

 

http://www.metro-magazine.com/sustainability/news/293567/walking-cycling-better-for-health-than-driving  

Sustainability 

Walking, cycling better for health than driving 
Posted on February 27, 2015  

   
Photo: Elliot Scott via Flickr 

Walking or cycling to work is better for people's 
mental health than driving to work, according to 
new research by health economists at the University 
of East Anglia and the Centre for Diet and Activity 
Research (CEDAR). 

A report published today reveals that people who 
stopped driving and started walking or cycling to 
work benefited from improved wellbeing. In 
particular, active commuters felt better able to 
concentrate and were less under strain than if they 
travelled by car. 
 

These benefits come on top of the physical health benefits of walking and cycling that are already 
widely documented. 
 
Experts also found that travelling on public transport is better for people‟s psychological wellbeing than 
driving. 
 
Lead researcher Adam Martin, from UEA‟s Norwich Medical School, said: “One surprising finding was 
that commuters reported feeling better when travelling by public transport, compared to driving. You 
might think that things like disruption to services or crowds of commuters might have been a cause of 
considerable stress. But as buses or trains also give people time to relax, read, socialise, and there is 
usually an associated walk to the bus stop or railway station, it appears to cheer people up.” 
 
The research team studied 18 years of data on almost 18,000 18-65-year-old commuters in Britain. 
The data allowed them to look at multiple aspects of psychological health including feelings of 
worthlessness, unhappiness, sleepless nights, and being unable to face problems. The researchers 
also accounted for numerous factors known to affect wellbeing, including income, having children, 
moving house or job, and relationship changes. 
 
The study also shows commute time to be important. 
 
Adam Martin said: “Our study shows that the longer people spend commuting in cars, the worse their 
psychological wellbeing. And correspondingly, people feel better when they have a longer walk to 
work.” 
 
Data from the 2011 Census (England and Wales) shows that 67% of commuters use cars or vans as 
their usual main commute mode compared to 18% who use public transport, 11% who walk and just 

http://www.metro-magazine.com/sustainability/news/293567/walking-cycling-better-for-health-than-driving
https://www.flickr.com/photos/mondayne/9101899200/in/photolist-eSiBwy-6HtH2A-d9jZL-nvqSz5-8YzNUY-pWPrQH-7HQKu-gDFHGd-8d1Mj7-oY9T9V-pfBZxE-oYa8V9-gSWGZd-7HQKX-7HQJZ-qNE5oz-9jTcNp-3a2KkZ-9oeLKi-4QmoFy-7FLnUK-9oHV8S-dgAPYe-9qc6k6-yDygs-jEU2J1-jETmHJ-jEU38Y-jERZve-jES218-jETme7-jER76n-jEU4DU-jEU4Q5-jERYy4-jETkGW-jEU26N-jEU4sw-jEU3L1-58DE1D-eSiBsW-eS7b8c-6HtQGA-9nACDc-4Tp1Xv-dirJvF-nLKgxa-g7hyQ6-9id5A-58DE1F


3% who cycle. 
 
“This research shows that if new projects such as London‟s proposed segregated cycleways, or public 
transport schemes such as Crossrail, were to encourage commuters to walk or cycle more regularly, 
then there could be noticeable mental health benefits.” 
 
The new report contradicts a UK Office of National Statistics study „Commuting and Personal 
Wellbeing, 2014‟, published in February, which found people who walked to work had lower life 
satisfaction than those who drove to work, while many cyclists were less happy and more anxious than 
other commuters. Crucially, this new research looks at commuters who had changed travel mode from 
one year to the next, rather than comparing commuters who were using different travel modes at a 
single point in time. 
 
The research was carried out by the Health Economics Group at UEA‟s Norwich Medical School and 
the Centre for Health Economics at the University of York. It was funded by CEDAR, a multi-
disciplinary collaboration between UEA, the University of Cambridge, and MRC Units in Cambridge. 
 
„Does active commuting improve psychological wellbeing? Longitudinal evidence from eighteen waves 
of the British Household Panel Survey‟ is published in the journal Preventive Medicine on Monday, 
September 15. 

WBNG-TV: News, Sports and Weather Binghamton, New York 
News, Sports, Weather Binghamton, New York 
 

Could transportation prevent 'Brain Drain?' 
Originally printed at http://www.wbng.com/news/local/Transportation-could-keep-students-in-Broome-County-295251301.html  

By Ali Bauman 
March 5, 2015  

Vestal, NY (WBNG Binghamton) Broome County officials discussed improving public transport routes to help 

economic activity. 

'Brain Drain' is a term that refers to when students move out of their college town after graduation. The 

Binghamton Metropolitan Transportation Study discussed how to prevent a Brain Drain in Broome County at a 

meeting on Thursday. 

"If we can continue to promote ways to connect -- physically connect the campus and the metropolitan area -- 

that's going to continue to strengthen the connectivity of our students, local businesses and local economic 

development opportunities," Vice President of Student Affairs at BU Brian Rose said.  

Rose said increasing connectivity by adding more bike paths could increase the quality of life in Broome County 

-- which he said is often a determining factor for millenials deciding where to start their careers. 

"With the millenial generation, there's less desire to drive," transportation planner Scott Reigle said. "Increasing 

accessibility to places that they want to go that allow for walking, biking and better use of public transportation 

http://www.wbng.com/news/local/Transportation-could-keep-students-in-Broome-County-295251301.html


is important." 

27 percent of bus riders are students, according to a 2014 Broome County Transit Survey. While waiting for 

their bus Thursday, some BU students said they would like to see more routes and more buses on the streets. 

"Kids just pack into the buses so its kind of uncomfortable," BU junior Max Knecht said. "They could add more 

bus stops so there's more buses going downtown at different times." 

BMTS also discussed posting bus schedules online and the possibility of making a phone app to make bus routes 

easier to navigate. 
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Today‟s hot urban cores dunk old „donut‟ pattern 

Millennials have reshaped U.S. cities  

 

Greg Toppo  
 

USATODAY  

 

The long-standing urban-suburban divide in education, income, race and other characteristics is being turned on 

its head as colleg e-educated Millennials crowd into U.S. cities, new research shows.  

 

Putting urban neighborhoods under a microscope, a University of Virginia researcher has concluded that the 

traditional urban “donut” pattern — a ring of thriving suburbs surrounding a decaying city center — is being 

replaced by a new pattern: a thriving urban core surrounded by a ring of suburbs with older housing, older 

residents and more poverty.  

 

“For most cities, the downtown was the poorest, least educated place” a generation or two ago, said Luke Juday, 

a research and policy analyst at U.Va.’s Weldon Cooper Center Demographics Research Group. Now, he said, 

it’s the opposite. Call it a “new donut,” he suggested.  

 

In findings released Tuesday, Juday found that in the USA’s 50 largest metropolitan and a handful of others, 

Census data from 1990 through 2012 showed striking changes. Among them:  

 

Since 1990, urban downtowns and central neighborhoods have attracted “significantly more” young, educated, 

high-income residents. In central Charlotte, for instance, the percentage of adults with a four-year college degree 

rose from 20% to 52%.  

 

In most cities, areas outside the urban core now show a decrease in income and education levels, with poverty 

growing significantly as well.  

 

Most growth in housing and population continues to come at the outer edges of cities. Residents of “outer ring ” 

suburbs tend to be more educated, older and have higher incomes.  

 

The developments are happening for several reasons, said Juday, including policy shifts that moved public 

housing away from concentrated downtown highrises and such long-term trends as lower urban crime rates and a 



rise in demand by Millennials for “walkable neighborhoods.”  

 

What’s happening now, he said, is in a way a correction of post-World War II white flight.  

 

“For most cities, the downtown (used to be) the poorest, least educated place.”  

 

Luke Juday, researcher  
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Minnesota: Building Coalitions to 
Improve Public Health 

March 5, 2015 — Prarthana Gurung  

 
Photo Credit:  

Flickr User Transportation for America 

One way to encourage children and youth to be more physically 

active, and thereby helping to reduce obesity rates, is to make 

sure they can exercise safely, particularly in low-income 

minority communities. This is the central premise of the Safe 

Routes to School (SRTS) movement. Funded by the federal 

transportation bill, SRTS helps communities make it safer for 

students to walk and bike to school. The program is so popular 

in Minnesota that yearly funding requests have outstripped 

available dollars by as much as 5 to 1. 

This demand, combined with a reduction in federal funding for the SRTS program as well as changes in the way 

that funding is allocated, caused a broad coalition of health advocates in Minnesota to begin a campaign in 2012 

to fund a Minnesota-based SRTS program. 

“The Bicycle Alliance of Minnesota reached out to the Minnesotans for Healthy Kids Coalition to partner on 

establishing a state Safe Routes to School program,” says Rachel Callanan, a PreventObesity.net Leader and 

regional vice president of advocacy for the American Heart Association’s Midwest Affiliate. “We knew from the 

federal funding applications that demand was strong. We tapped this unmet demand to build a strong coalition.” 

The coalition behind the Minnesota-based SRTS program included nearly 40 organizations, ranging from the 

American Heart Association to the Minnesota Medical Association to the Minnesota PTA to St. Paul Promise 

Neighborhood—a 250-square block area in St. Paul in which 80 percent of the residents are from communities 

of color. The coalition proved to be a strong voice and a powerful presence, and as a result, in 2012, the 

Minnesota Legislature established an SRTS program, which was left unfunded due to a significant state budget 

shortfall. 

Even though Minnesota continued to face a budget shortfall in 2013, coalition-backed legislation to fund the 

Minnesota SRTS program was reintroduced. Coalition members argued persuasively that making it safer for kids 

to walk and bike to school was a significant investment that would yield high returns for Minnesota. With 

http://preventobesity.net/users/10417
http://www.addthis.com/bookmark.php?v=250
http://www.addthis.com/bookmark.php?v=250
http://saferoutespartnership.org/
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http://www.bikemn.org/
http://www.heart.org/HEARTORG/General/Minnesotans-for-Healthy-Kids-Coalition_UCM_308624_Article.jsp
http://www.heart.org/HEARTORG/General/Minnesotans-for-Healthy-Kids-Coalition_UCM_308624_Article.jsp
http://www.mnmed.org/
http://www.mnmed.org/
http://www.mnpta.org/
http://www.mnpta.org/


bipartisan support as well as support from the governor, the legislature provided $500,000 over two years for 

non-infrastructure SRTS needs, such as planning, mapping, and training. 

That’s when a grant from Voices for Healthy Kids came into play. The funding was used to hire a legislative 

campaign coordinator and a communications coordinator for the 2014 session. Through a targeted 

communications campaign, the two worked in concert with American Heart Association staff to build public and 

legislative support for infrastructure funding. Part of the organizing effort resulted in Mission Readiness—an 

organization of retired generals and admirals dedicated to improving the health of youth and thereby 

strengthening the nation’s armed forces—submitting a guest editorial in support of the Minnesota SRTS funding 

effort. The editorial ran in several key Minnesota newspapers. 

“The grant from Voices for Healthy Kids afforded us the opportunity to build our coalition’s reach, expand our 

communications and messaging, and strengthen Minnesota’s Safe Routes to School movement. Without these 

resources, we would have been stuck in a reactive mode, rather than driving the change we wanted to see,” says 

Callanan. 

Although competition in the 2014 legislative session was fierce—there was $2.8 billion in bonding requests for 

the $850 million the legislature was willing to invest—the legislature approved $1 million for SRTS 

infrastructure funding. It also increased funding by $250,000 per year for non-infrastructure spending. 

Health advocates in Minnesota believe that the creation of a Minnesota-based SRTS program, and funding for 

both planning and infrastructure development, will result in more students walking and biking, both of which 

will have significant impacts on obesity. The dollars approved for the program will potentially improve the 

safety of tens of thousands of Minnesota school students, including many from the state's African-American and 

Latino communities. 

“We need a comprehensive Safe Routes to School program in Minnesota to support encouragement and 

education as well as build the infrastructure needed for students to be able to walk and bike safely to their 

schools,” says Janelle Waldock, director of the Center for Prevention at Blue Cross and Blue Shield of 

Minnesota. “This approach gives young Minnesotans the freedom to make healthier choices part of their daily 

lives.” 

This story was authored by The American Heart Association. 

  
 

Bikes vs. Cars: The Deadly War Nobody's Winning 
Liability lawyer and former professional bike racer Megan Hottman 
spends her working hours representing cyclists who've been injured by 
reckless drivers. She spends her leisure time riding and telling people 
something they don't always want to hear: in the perpetual, complicated 
conflict between two wheels and four, bike riders are part of the problem, 
and they have to be a big part of the solution. 
By: ANDREW TILIN  
FEB 17, 2015  

http://www.outsideonline.com/author-bios/Andrew-Tilin.html
http://www.outsideonline.com/


 
Hottman, who formerly rode professionally, says that bikers can mess up on the road, too.   Photo: John Haynes  

Concussion or no concussion, Steve Hill wants a new bike. Pronto. 

―To be honest with you, I feel like I should have it already,‖ he says to the woman he‘s facing, Megan Hottman, a 
35-year-old personal-injury lawyer who‘s taking notes on a laptop inside her Golden, Colorado, office. From 
where I sit, just to the right of Hill*—who is 38 and trim—he looks pretty good, considering that he suffered a 
concussion and whiplash in a car collision just one week ago. But as I watch him, I have to wonder if he should 
have even driven himself to this meeting. As a longtime rider, I‘ve endured similar injuries: I once went to the 
ER with a concussion after a crash, and I felt the effects for weeks. Hill has already told Hottman that he‘s been 
experiencing dizzy spells. 
*Because of ongoing litigation, the name of Hottman’s client has been changed. 

Talking a beat too slowly, Hill describes a big ride he‘s supposed to do eight days from now. It‘s a Colorado event 
that took place last summer and covered more than 100 miles and over 13,000 feet of vertical gain—a major 
undertaking. 

Hottman nods. She‘s a dedicated rider herself, so she knows all about the hunger to get back on the road. But 
Hill is in no shape for a day like that, and he‘s naive to think that a lawyer can serve up a new high-end bike 
anytime soon. 

―Almost every client sitting in that chair has some event coming up,‖ Hottman says diplomatically. ―These 
accidents only seem to happen when you have something on the burner.‖ 

Hill‘s crash occurred in Boulder, 20 miles north of Golden. Pedaling his $10,000 dream machine on a pleasant 
summer afternoon, Hill was traveling north on two-lane Cherryvale Road as he approached South Boulder 
Road. He had the green light as he entered the intersection, at about 25 miles per hour. 

Just then, a car turned left in front of him. Hill was far enough away to avoid a crash, but a second car abruptly 
turned left, too, and he couldn‘t dodge it. The vehicle‘s right front corner hit his left foot, shearing the pedal cleat 
off his cycling shoe. The car bulled into the seat tube of Hill‘s frame, which snapped. He went flying, helmet 
first. 

―I had very little road rash,‖ he says. ―But I hit my head.‖ 



  Photo: Benjamin Rasmussen  

―Yowzers,‖ says Hottman, a long, lean, and outgoing ex–professional road 
racer who now runs her own 50-member cycling team—called TheCyclist-
Lawyer.com—and still manages to ride 6,000 miles a year. ―Super, super 
violent!‖ 

Hill again brings up the long ride he wants to do. ―Do you think we‘d be able 
to settle in a timely manner?‖ he asks. 

With that, Hottman lifts her hands off the keyboard and peers up from the 
screen. Cyclists who consider hiring Hottman don‘t always know about her 
out-of-office activities, which include a lot of educational work. She teaches 
bike-handling skills to beginners. She gives lectures to cops about relevant 
laws. She‘s the coauthor of a forthcoming reference book that‘s aimed at 
every attorney and judge in her field. Hottman has dissected cycling 
athletically, legally, and ethically, and she‘s concluded that, while she dearly 

loves her two-wheeled brothers and sisters, riders don‘t always display sound judgment. 

―I‘m not pro-cyclist all the time,‖ Hottman told me when we first spoke months earlier. ―I get frustrated when I 
see riders behaving badly.‖ 

She leans back in her chair and looks into the eyes of her shell-shocked visitor. Unless Hill has his facts wrong, 
the motorist who hit him was legally at fault, and in the end Hottman will take his case. But if you put Hill on a 
bike anytime soon, he would be a risk to himself and others. 

―Really, I‘m kind of glad you don‘t have a new bike already,‖ Hottman says after a long pause. ―Because if you 
did, Steve, you‘d be trying to ride it.‖ 

Obviously, Hottman isn‘t implying that Hill is to blame for being injured by somebody else‘s bad left turn. But as 
a lawyer who keeps a close watch on the endless antagonism between drivers and riders, she does what she can 
to maintain the peace and to help everybody stay as safe as possible. Part of her mission involves telling riders 
that, with the odds on the road stacked against them, they need to be smart and impeccably law-abiding when 
they‘re out there. She thinks of cycling as an ecosystem: all the involved parties have to do their part. 

With Hill, her long-term goal will be financial restitution for his injury and loss of property. But the short-term 
concern is that he‘s too impatient. ―Sure you don‘t want any water for the road?‖ Hottman says, rising to shake 
Hill‘s hand as he prepares to leave. 

―I‘m OK,‖ he says. 

Hottman eyes him warily. ―I‘m a little worried about that head of yours,‖ she says. Hill doesn‘t seem to be. 
Before long he waves and leaves. For all I know, he got on a different bike the next day. 

 

In her office, in the courtroom, in the news, on the Web, and on city streets and country roads, Megan Hottman 
encounters various species of the same genus: riders who are sure they‘ve been wronged and simultaneously 
believe that cyclists are always right. 

Often as not, they have been wronged, but Hottman consistently quotes a statistic that many riders don‘t know 
or choose to ignore: roughly 47 percent of all bike-car mishaps happen because riders are at fault. That figure is 
debatable—there‘s no national database, and Hottman‘s use of it derives from small-sample studies, media 
accounts, and her own experience working on cases over the years. Still, there‘s no doubt that riders often 
behave recklessly on roads and highways. Ask any driver who‘s seen them blow through red lights or come 
screaming the wrong direction down one-way streets. 



A particularly sour moment for cycling‘s image occurred last September in New York City‘s Central Park, when 
Jill Tarlov, a 58-year-old mother of two, stepped off a curb and into the path of 31-year-old Harlem cyclist Jason 
Marshall, who was swerving around other pedestrians and reportedly in an aerodynamic tuck when he hit her. 
Three days later, Tarlov, the wife of a CBS senior vice president, died from severe head trauma. Marshall, who 
told reporters that the collision was ―unavoidable,‖ hasn‘t been charged with a crime. 

In San Francisco in March of 2012, cyclist Chris Bucchere killed an elderly pedestrian in the city‘s Castro 
district, hitting him after running multiple stop signs. According to a report on the mishap in the San Francisco 
Chronicle, three other pedestrians had been mowed down in the Bay Area in the past year. Bucchere ultimately 
pleaded guilty to felony vehicular manslaughter. 

We all know that motorists can be reckless and myopic as well, and statistically they may be at fault in car-bike 
accidents nearly half the time. When drivers screw up or drive too aggressively—or with outright malice—the 
consequences are usually dire for bicyclists because of the harsh realities of physics. Cars are massive metal 
beasts; bikes are not. When collisions happen, bikes and their riders get the worst of it, regardless of who‘s at 
fault. 

Compared with countries like Denmark, the U.S. doesn‘t do nearly enough to give vulnerable riders the buffers 
they need on the road. In Copenhagen, more than 50 percent of residents cycle to work or school. The most 
advanced bike-commuting American city—Portland, Oregon—has only one-tenth that percentage of daily riders. 
Transportation experts believe that protected cycling lanes, as opposed to bike lanes spliced into roads, are 
cycling‘s safest routes. Such infrastructure is growing, but it isn‘t close to being fully woven into any major 
American city. 

So riders take to the roads and take their chances. There, they can encounter distracted, impatient, or drunk 
drivers, lane-hogging SUVs, deteriorating pavement, and traffic-clogged grids. Multiple dangers exist from coast 
to coast. The Los Angeles Times reported that, between 2002 and 2012, hit-and-runs involving cyclists 
increased by 42 percent in Los Angeles County. The Houston Police Department sends plainclothes cops out on 
bikes to discourage motorists from buzzing riders, either through negligence or on purpose. A Manhattan 
pedestrian or cyclist dies, on average, almost every other day in a traffic accident. In Baltimore in January, an 
Episcopal church bishop named Heather Cook was arrested and later charged with vehicular manslaughter after 
she struck a prominent local cyclist named Thomas Palermo, allegedly while driving under the influence. For 
cyclists, significant causes of death by car include drivers who fail to yield—either because they turn left in front 
of a bicyclist or because they don‘t move far enough past a rider before turning right—and who hit riders from 
the side or from behind. 

All too often, law enforcement‘s response to such accidents is lackluster or shoddy. In a notorious case that 
started in October 2011, Mathieu Lefevre, a 30-year-old artist from Canada, was killed in Brooklyn by a crane 
truck that hit him and moved his body nearly 40 feet down the road. An unnamed police source told a reporter 
that the New York Police Department concluded that Lefevre had run a red light. The department then spent 
months rebuffing requests by Lefevre‘s family for details surrounding the incident. Only at the urging of the 
family‘s lawyer, and following a successful open-records request that freed up crucial documents and video 
footage, did the NYPD change its tune in January 2012. 

As it turned out, the police had in their possession a number of video clips, taken by a security camera used by a 
storage facility near the crash site, that captured pieces of the incident. The final report from the Accident 
Investigation Squad said that Lefevre ―should not have been passing on the right while on the one-lane 
roadway.‖ The Lefevres‘ lawyer contends that this was a lawful maneuver and that Mathieu was not at fault in 
his own death. Overall there is general agreement that the cyclist, who was riding in the same direction that the 
crane truck was moving, died because the driver made a right turn without using his signal. 

When the news started to trickle out, Manhattan‘s two-wheeled community justifiably blew a gasket online, 
where the accountability of both cyclists and motorists is often a hot topic. ―F#&K the NYPD,‖ wrote a 
commenter on a Village Voice blog entry about the case. ―Lying rotten scum. What a surprise.‖ 

Hottman, who‘s been a lawyer since 2004 and has focused exclusively on bike law for the past five years, says 
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the cycling community‘s grievances are often justified and that the legal system in the U.S., unlike those found 
in Holland and Denmark, can be overwhelmingly biased against bike riders. Most district attorneys, judges, jury 
members, and cops own cars and don‘t ride. They tend to identify with motorists, who, after having accidents or 
conflicts with riders, argue that cyclists are simply too hard to see—annoying and underfoot, like little dogs. Last 
year the website for Next City, an urban-planning nonprofit, reported that traffic laws leave cyclists ridiculously 
vulnerable, noting, for example, that maiming or fatally injuring a cyclist is a felony offense in only three states. 
And when drivers are found to be at fault, the penalties can seem far too light. The reality of our system is that a 
driver whose behavior is deemed to be negligent or careless—but not intentional—may not face harsh charges 
for a brutal accident. 

―An intentional charge is quite rare,‖ Hottman says. ―It‘s almost as if a passenger in the car needs to hear a 
statement of intent from the driver that they mean to do harm.‖ 

Consider the case of 50-year-old Annapolis, Maryland, cyclist Trish Cunningham, who was knocked down and 
killed in August 2013 while she was riding on a two-lane road. The accident happened when a minivan driver 
swerved into Cunningham while trying to avoid oncoming traffic during an attempt to pass her on a narrow 
uphill stretch. A grand jury found no probable cause for a charge of criminally negligent manslaughter, and the 
only consequence for the driver was the issuance of three minor traffic citations and a $1,500 fine. 

Online comments were predictably unhappy with that result. ―This driver actively thought, ‗Instead of damaging 
my car or myself in an accident, let me run over this cyclist so that I am not struck by a car,‘ ‖ argued J. Nadine 
Barclay in response to a WashingtonPost.com story about the accident. ―She knew EXACTLY what she was 
doing.‖ 

 

Hottman understands the anger, but she and other cycling-policy experts also wonder about negative 
repercussions from all the noise. Social-media alerts spotlighting hit-and-runs are useful—they help create 
national awareness of incidents that, a few decades ago, wouldn‘t have reverberated beyond the coverage area of 
a local newspaper—but nowadays cyclists love to crowdsource their rage in other ways, like uploading snapshots 
of cars parked in bike lanes or sharing GoPro footage of yelling motorists. 

The effects can be counterproductive. Hottman says that while incriminating video taken by cyclists can move 
law enforcement to take action, cops are hardly chasing down the drivers of every photographed license plate. 
Meanwhile, the general population, which frequently sees riders bending traffic rules themselves, often views 
cyclists‘ finger-pointing as sanctimonious. 

In response to a long, sympathetic Chicago Reader story about cyclist Bobby Cann‘s fatal 2013 collision with an 
allegedly inebriated driver, an online commenter named ―Cmccord‖ couldn‘t get past what seemed like the 
riding community‘s hypocrisy, since people on bikes are sometimes plastered themselves. ―Perhaps this article 
can be addressed in all of its overwritten entirety during the next drunken debauchery meeting of cyclists knows 
as ‗Critical Mass,‘ ‖ Cmccord wrote. 

Even heads of cycling state get uncomfortable with the riding community‘s tendency toward preachiness. 

―That we can be arrogant jackasses and a pretty self-righteous group? That doesn‘t sell well,‖ says Andy Clarke, 
president of the Washington, D.C., League of American Bicyclists, cycling‘s oldest national advocacy group. ―It‘s 
an Achilles heel when we go to any city council meeting.‖ 

From a statistical standpoint, the growing public outcry among cyclists may be running inversely to the problem 
itself. In 2012, the National Highway Traffic Safety Administration reported 726 cycling-related deaths and 
49,000 cycling-related injuries, and many more injuries likely go unreported. But in the past 40 years, the 
number of annual traffic-related cycling deaths has generally been declining, while the U.S.‘s population, the 
amount of bike commuting, and the number of bike trips taken have ballooned. One could argue that cycling, as 
it has experienced a rise in popularity but not in deaths, has actually become safer—more commonplace but no 
more lethal. 
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―If you look at the statistics, fatalities aren‘t increasing,‖ Hottman says. ―Social media would have you believe 
that every time you go out the door on your bike you‘re going to get hit. That‘s certainly not the case.‖ 

Research has shown that spooking people to the point where they mothball their bikes could create even more 
problems. Last year the University of Colorado Denver published a study in the journal Accident Analysis & 
Prevention reporting that greater numbers of riders actually make streets safer. Accidents involving cyclists and 
motorists at a given intersection, the researchers noted, were less likely to occur when more than 200 riders 
traversed it daily. One theory goes that the presence of more cyclists raises drivers‘ awareness and causes them 
to adjust their driving behavior. 

―I tell people, ‗I know you‘re afraid of the risk, but cycling isn‘t just for training. It‘s about going to the store and 
to work,‘ ‖ says Hottman, who gives safety advice during bike-handling clinics, hosted in her office parking lot, 
and at bike-law presentations made to cycling clubs and shops. ―But it‘s difficult to talk riders off the bike paths 
when all they see is coverage of people getting creamed.‖ 

 

Over the past few years, some hard-charging cyclists have made headlines themselves. They‘ve performed 
unsavory acts like physically assaulting motorists, plowing into and injuring or killing pedestrians, and ignoring 
speed limits and red lights. Without a doubt, such incidents are far outnumbered by the grisly bike accidents 
caused by drivers, but they‘re widely reported, and they give people outside the bicycling community reasons to 
view the riding world with more suspicion and rancor. The Central Park accident that killed Jill Tarlov gave bike 
haters something to soapbox about, and they seized the opportunity. 

―Yeah bicyclists get hit but they hit pedes-trians, too,‖ one Twitter user commented right after the accident. 

―Simple solution to this problem,‖ a commenter called ―Disturbing Violence‖ wrote in response to a story about 
Tarlov‘s accident on CBSNews.com. ―When the police see a bicyclist exceeding 25 mph and jeopardizing public 
safety, the POLICE must be RESPONSIBLE to PULL THEM OVER, and PUT HANDCUFFS ON THEM. PUT 
THEM IN ***JAIL***.‖ 

Plenty of cyclists know that Central Park is, in many ways, a minefield. Exceeding the speed limit is easy. Riding 
outside the bike lanes is tempting. Pedestrians often have one eye on a stroller, another on an iPhone, and none 
on the traffic. But in the wake of Tarlov‘s death, some people in the riding community took the high road, noting 
that what happened should serve as a wake-up call. 

―The upshot of all this is bound to involve the police coming down hard on cyclists, in a way that is 
simultaneously justified and infuriating,‖ wrote blogger and author Eben Weiss, a.k.a. Bike Snob NYC. ―There‘s 
long been a movement to ban cars from Central Park, but I‘m willing to bet that before that ever happens they‘ll 
ban bikes first.… So please fellow Freds of New York City and beyond, let‘s get our shit together and keep it that 
way, OK?‖ 

Hottman occasionally delivers a similar call for responsibility in Boulder, where local law enforcement is in 
regular contact with the fast-moving amateur racers, elite triathletes, and professional cyclists who flock to the 
thin-aired city. One night during my visit, she presented a 75-minute, 50-slide PowerPoint overview of cycling 
law to some two dozen officers at the Boulder County Sheriff‘s Office. She was there to make a case for cyclists, 
but she also wanted to emphasize to police that their job is to know and enforce the many facets of the law. 

―If the lane is wide enough to be shared with overtaking traffic, the cyclist should ride as far to the right as he or 
she deems safe,‖ she says, her long blond hair in a ponytail, her attire the athlete‘s version of business casual: 
flip-flops, shorts, and a polo-style shirt. ―If the lane is not wide enough to be safely shared, the cyclist may take 
the lane.‖ 
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Hottman at her office in Golden, 
Colorado.   Photo: Benjamin Rasmussen  

Hottman‘s manner is smooth, and 
she has thorough knowledge of the 
material. The book she cowrote 
with Jeffrey P. Broker, a 
biomechanics professor in 
Colorado, is called Bicycle 
Accidents: Biomedical, 
Engineering and Legal Aspects. 
Due out this year, it‘s a reference 
manual that covers legal issues, 
case histories, accident types, and 
regulatory information. 

To help spread her message, 
Hottman has taken cops on bike 
rides, and this is the fourth cycling-
law presentation she‘s made to the 
local sheriff‘s department. Her talk 
has become required training for 
Golden police. 

As it happens, tonight‘s audience 
will only need to bone up on 
Colorado cycling laws; the statutes 

vary by state. Texas, for instance, sets no uniform distance for cars overtaking cyclists, while in Colorado drivers 
have to give riders a three-foot berth. Idaho cyclists can treat stop signs as yield signs, which isn‘t the case in 
most other places. 

After the last slide, Hottman opens the floor to feedback, and I‘m surprised to hear that local police often feel 
intimidated by riders. The notion of one officer corralling a fast and aggressive, 50-cyclist group ride that runs a 
red light is apparently unsettling. 

―Half the time, the cyclists that I pull over are very polite,‖ one policeman says. ―Half the time, it‘s just attitude, 
attitude, attitude.‖ 

Hottman takes a deep breath. She thinks the officer has a point. ―You all did not go into this line of work simply 
to harass people wearing Lycra,‖ she says to the audience. ―You‘re out there for the greater good, trying to serve 
our community.‖ 

 

Though peace is not exactly on the horizon, city by city, and cyclist by cyclist, steps are being taken across the 
country to quell the war between motorists and riders. Hottman, as you might imagine, is doing her part. 

An 18-year-old concept called Vision Zero Initiative, which aspires to eliminate traffic-related fatalities, has 
caught on in the U.S. after reducing deaths by approximately 50 percent in Sweden, where the idea originated. 
Through changes like narrower crosswalks, improved first-responder skills, and better driver education, traffic-
related fatalities in Minnesota, Washington, and Utah have been reduced by as much as 41 percent. 

―Achieving Vision Zero doesn‘t just depend on cyclists and motorists cleaning up their act,‖ says Clarke, of the 
League of American Bicyclists, who thinks that a range of factors—everything from driver behavior to urban 
planning to car design—can help make life safer for bike riders and pedestrians. ―We‘re all in this together.‖ 
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In the past calendar year, San Francisco, Los Angeles, and New York City have announced Vision Zero–inspired 
plans such as lower speed limits and raised bike paths. Organizations like Clarke‘s League and People for Bikes, 
an industry-led national coalition and foundation based in Boulder, have promoted and helped fund safer 
cycling routes everywhere from Chattanooga to New Orleans. Meanwhile, Manhattan has already hosted bike-
bell and helmet giveaways, and the city now features an impressive 400 miles of bike lanes—with an increasing 
amount of them protected by measures like islands separating them from street traffic. Still, New York, like 
most cities, has a long way to go. 

―NYC loses track of one in four traffic deaths,‖ @jimschachter tweeted after the airing of a public-radio story last 
December, about the NYPD underreporting traffic-related fatalities by an estimated 25 percent. ―How will we 
get to #visionzero?‖ 

While Boulder may be home to 160 miles of bike paths, Hottman frequently takes a different route in pursuit of 
amnesty—that is, in addition to the 20 or so cycling cases she tackles annually. She heads outside to focus on 
interpersonal relations. 

―Let‘s stop single-file here,‖ says Hottman as we approach a red light. 

It‘s early on my last day with her—a toasty Rocky Mountain Sunday—and I‘m part of a six-cyclist group that she 
has organized. We‘re setting out on a hilly 60-mile spin. The outing is part training ride—the former three-time 
Colorado state cycling champion has her eye on the upcoming cyclocross season—and, as every ride is for 
Hottman, all goodwill tour. 

―Don‘t swarm or mushroom out,‖ she says as we straddle the top tubes of our bicycles, waiting for the green 
light. Hottman says that it‘s as illegal to stand three or more abreast at an intersection as it is to ride that way. 
Such a formation can earn you a ticket for impeding traffic. 

We resume riding, and Hottman offers more guidance: Ride on the far left side of a designated right-turn lane to 
indicate that you‘re headed straight. Signal every time you change lanes. Tailgate and you could be cited. 

Heeding her commands feels right. Along the way, I stop at stop signs and think of myself less as a bandit 
stealing my way around and more like a responsible citizen. As the group‘s miles pile up, Hottman continues to 
spread the gospel of responsible cycling. 

Our bikes and bodies should be in good working order because—especially when we ride in a tight cluster—we 
depend on each other to remain upright. We should carry photo ID and proof of health insurance, not because 
it‘s the law but because, in case we‘re pulled over or hit by a car, the documentation will assist law enforcement 
or emergency medical providers. 

―Drive your bike,‖ Hottman says as we ride through the piney neighborhood of Willow Springs, a reminder that 
cyclists should behave like vehicles. 

One highlight of our ride is a six-mile climb through sometimes narrow Deer Creek Canyon, where Hottman 
stresses that we should keep out of traffic‘s way by riding single-file or in tight pairs. Such cycling requires 
mindfulness and skill, and Hottman is one of four TheCyclist-Lawyer.com racers on the ride. They‘re all wearing 
the team‘s kit. 

We‘re only a short way into the ascent before Hottman demonstrates another technique—one she definitely 
didn‘t learn as a racer: she waves. Mostly to motorists, particularly to those who give us a wide berth as they 
come up behind and around our group. She holds up her hand long enough each time to make it clear that she‘s 
acknowledging their courtesy. 

After climbing for a while, I realize that others in the group are also waving. So I do it, too. 

When we finally descend into the small town of Kittredge and make a store stop, I ask for a full explanation. 
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―You‘re very friendly,‖ I say with a smile. She‘s chewing on licorice. Wisps of hair stick out from under her 
helmet, and her hazel eyes are red from physical effort. 

―These might be the only real interactions those drivers ever have with cyclists,‖ she says. ―We have a chance to 
warm them up to us.‖ 

Hottman believes so deeply in the wisdom of cyclists friending motorists—she partially credits her exemplary 
behavior for not getting hit over the past 26,000 miles of riding—that she demands impeccable conduct from 
her race team. To join Hottman‘s squad, you have to sign an agreement stating that getting caught breaking 
traffic laws on your bike while in team kit is grounds for dismissal. She‘s made good on that threat. 

Before Hottman can swallow her next bite of licorice and complete her thought, her teammates weigh in. 

―Whether or not you‘re representing the team, you need to be safe,‖ says Angela des Cognets. ―If you‘re on a bike 
and get hit by a car? You‘re going to lose.‖ 

―If I flip off a driver, they‘re just going to take that to the next rider up the road,‖ says Dain Carlson. 

―We‘re ambassadors,‖ says Tim McAndrew. 

Even as she finishes chewing, Hottman grins. She often says that ending the war between drivers and riders 
won‘t take place in a courtroom or over the Internet. Instead, Hottman believes that peace will come 
incrementally—one wave, one car, one bike lane, one police officer, and one teammate at a time. Megan 
Hottman‘s ride isn‘t over, but it‘s already looking like the start of something good. 

Andrew Tilin (@atilin) is an Outside contributing editor. He lives in Austin, Texas. 
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